Abstract
Introduction
A driving licence is clearly an important liberating asset, more particularly in dispersed countries, such as the United States. It is even more so in France, a country with wide geographical dispersion, because the cost of a driving licence (learning and test costs) is one of the largest in the world. The difficulty of obtaining this licence (largely because of its cost) has been a matter of much public debate, raising the problem of inequality of access for the poorest and the youngest part of the population. In this article, we study driving licences in relation with labour markets.
To do so, we use the 1997 abolition of national service. Before 1997, young French male adults had to do ten months' military service at the age of 18 or they could defer this until the end of their university education. A fraction among the conscripts had the opportunity to obtain their military driving licence (Brevet de conduite militaire), which could be converted into a civilian driving licence at the end of their national service. Many young French men therefore obtained their driving licence for free, whereas women were not offered such an opportunity. After the abolition of national service, this sex-based, albeit rarely noted, discrimination disappeared.
It therefore becomes possible to use the abolition of conscription to analyse the importance of having a driving licence on the labour market and the impact of the abolition on the structure of driving schools. These two topics, though apparently distant, are indeed tightly related, since the entry into the occupation of driving instructors, as well as the creation of a new driving school, are both strongly regulated. Hence, the abolition of national service constitutes both a large and potentially permanent (negative) supply shock of workers endowed with a driving licence on the labour market and a large and permanent (positive) demand shock for the driving school market. Therefore, we analyse both sides in turn.
The negative supply shock is a possible source for identifying the potential causal effect of possessing a driving licence on employment among different social and geographic groups. If it exists, this effect should come through either an extended set of accessible jobs or an extended set of possible jobs (those that require the use of a vehicle). If hardly any articles in the existing literature can be found on the subject, it may be because the problem is not seen as essential in many countries, but it may also come from data sources that do not collect information on the possession of a driving licence. In addition, solving the causality issue is potentially hard because possessing a driving licence is clearly endogenous in relation to employment: one person who has a talent for exams should also easily pass the driving licence tests as another diploma, and has therefore better chances to get a job, not because of the licence but because of their talent. Moreover, reverse causality is also an issue when examining the impact of having a driving licence on employment: having a job makes it easier to pay for your driving licence because of your earnings. As a consequence, it is essential to find good (exogenous) instruments for having a driving licence.
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The positive demand shock is a potential source for identifying how operations of driving schools are run, in particular if the regulations that surround this industry have any effect. For instance, entry and profits should be affected after the abolition.
The first contribution of this article is to show that the decline in the number of conscripts caused a decrease in the number of young men having a driving licence after the reform. The fall is identified by comparing the relative driving licence rate between men and women, before and after the reform, within different age groups (difference in difference methodology, in fact a triple difference). In addition, because of the timing, the analysis has a flavor of regression discontinuity. Furthermore, it is also possible to identify those who were most affected, as measured by their socioeconomic background or their geographic environment (rural or urban). In particular, we show that individuals living in an urban environment were more affected than those living in a rural environment. This result is not necessarily surprising, since public transport, more widely available in urban areas, is a potential substitute for a licence.
The second contribution of our article is to analyse if having a driving licence helps in getting a job. After having shown that the reform provides a potential instrument for holding a driving licence, we use it in our employment IV regressions. Our OLS estimates, as well as our IV results, indeed show that employment and having a driving licence are closely related. But even though these IV regressions appear to be impeccable, reduced form analysis relating employment and our instrument do not convincingly show that those men directly affected by the reform had a lower employment rate when compared with their older peers and their equivalent in the previous generations. Whether the IV results can still be attributed to the lack of a driving licence in itself, to services the national service could provide (training, behavioural help, etc.) or to the loss in work experience associated with national service, our results cannot tell. The idea of using national service or its abolition to examine various economic outcomes is not new. It even has a long history, often associated with the name of Josh Angrist (see in particular Angrist 1998 and the associated methodological discussions in Angrist et al. 1996) . Most analysts examine wages (see, among others, Bauer et al. 2009 for Germany), but Maurin and Xenogiani (2007) have looked at education and the abolition of national service, showing that university education was sometimes used to postpone national service indefinitely, and Herpin and Mansuy (1995) have looked at youth employment and national service.
The third and last contribution of our article is to analyse the impact of the reform on the driving schools industry. As the fraction of women and men differs widely at the local level, in particular in smaller rural towns, the 1997 abolition of conscription can be considered as a natural experiment: specifically as a shock on demand for the driving licence randomly distributed all over the country. All of a sudden, thousands of young men who could acquire their driving licence independently of driving schools now turned to them in droves, and the precise increase in demand depended on local demography. Potential demand for driving schools increased. We examine the response to the shock from this regulated industry. Potential consequences are complex because of the web of regulations, both on schools and instructors. In any case, if the factors limiting supply are not too binding, employment and sales should increase in the cities facing a positive demand shock. However, this is not what appears to happen. Even though we observe the creation of new driving schools at a local level, average employment decreases, and there is no increase in total local employment or in total sales and profits. Over the period, prices remained steadily high and even increased, whereas wages also increased: driving instructors obviously captured the rents.
Data and background

The Data
Three data sources are used in our analysis. on employment, balance sheet data, in particular operating profit, value added, total wages and sales extracted from balance sheets. Finally, the SUSE files include information on the exact location at the 'city' level (French commune) of the firm. This variable will be matched with population data from the Census. The SUSE files include the three possible fiscal regimes that exist in France for firms' reports: the BIC regime (Bénéfices Industriels et Commercieux, i.e. industrial and commercial incomes) for manufacturing, trade or craft activities that aim at making profits; the BNC regime (Bénéfices non commerciaux, i.e. non-commercial incomes) for individual professionals like physicians, lawyers, etc. and other regulated activities such as clerks or auctioneers; and finally, the BA regime (Bénéfices agricoles, i.e. farming incomes) for farming activities. The BIC regime comprises three categories that depend on annual sales: BRN (Bénéfice réel normal, i.e. standard real incomes) comprises some 800 different variables on firms and is compulsory for firms with turnover exceeding €763,000 (€230,000 for services); RSI (Régime simplifié d'imposition, i.e. simplified tax regime) comprises some 200 different variables for firms with a turnover between €76,300 and €763,000 (€27,000 and €230,000 for services), and finally, the micro-BIC regime is for firms with a turnover below €76,300 (€27,000 for services). We will use both BRN and RSI data in order to include almost all French driving schools. The sample period goes from 1992 to 2002. Along with the SUSE data, we use the Censuses conducted in France in 1990 and 1999. The match between SUSE and Census allows us to have a view of the economic outcomes of driving schools before and after the 1997 military reform at a local level.
The Driving Schools Industry
The driving schools industry is heavily regulated. Regulations cover multiple dimensions. First, it is long and costly to become a driving school instructor. Second, entry is difficult. Third, the school presents the candidates and is therefore able to impose a minimum number of driving lessons (at least 20) that an aspiring driver has to take. Fourth, to become an instructor, one needs to get a State diploma called BEPECASER (Brevet pour l'exercice de la profession d'enseignant de la conduite automobile et de la sécurité routière). At least 600 hours of training are explicitly needed (and more if motorcycle and truck are added). But only 60 hours out of 600 take place in a driving school to learn the practical aspects, as the main part of lessons includes very formal issues such as reports, discussions, etc. The training costs amount to €5,000, and training lasts nine months. The exam counts at least three different steps over a six-month period! In 2006, 1,545 BEPECASER were delivered, and two candidates out of three passed the exam. In addition to the BEPE-CASER, a licence from the 'Préfet' (the regional representative of the State) must be obtained: this licence is valid for five years and must then be renewed.
In order to have the right to open a new driving school, one needs to have at least three-years' experience in teaching driving and to show 'an ability to run a firm' since 1999.
Finally, driving schools benefit from the non-written rule (but heavily suggested by instructors) that aspiring drivers should take at least 20 driving lessons. Even though there is no explicit regulations concerning the number of lessons to take before the exam, anecdotal evidence suggest that no driving school presents students with fewer than 20. Furthermore, the examiner usually (and illegally, in fact) asks the candidate how many lessons he or she took.
The 1997 Reform of National Service
The discussions of a potential reform of the military service in France were initiated by President Jacques Chirac in 1996. The difficulties encountered by the French army during the Gulf War convinced him of its necessity. During the Gulf War, the French force (called Daguet) was stigmatized for its lack of mobility and its lack of autonomy from the American troops. It rapidly became clear that the large number of conscripts in the French force did not help. With French borders no longer under threat and changes in the relations with former colonies, a large army was no longer necessary. The need for a smaller, more mobile, and better performing professional army was being felt.
Even though the decision could have sparked a fierce political discussion, this debate never took place. The reform was never discussed despite its clear strategic character (Cluzel and Thibault 2004; Paqueteau 1997 among many others) . Even the parties of the left, a priori the most hostile towards the idea of a professional army (especially the Communist Party, for whom conscription was a legacy of the French Revolution), did not really defend the existence of a national service, and they all favored a deep reform of compulsory conscription.
Compulsory military service was broadly perceived by most citizens as a pure waste of time. This year off -away from civilian and social life -was all the more difficult to accept as it took place at a crucial moment, between the end of education and the entry into the labour market. Conscription was suspended in 1997, and the military administration stopped using conscripts in August 2001. According to the military administration, the number of conscripts stabilized in the early 1990s at roughly 200,000, implying that 40-50 per cent of each birth cohort was drafted for the national service. After Chirac's initiative in 1996, the number of conscripts declined rapidly from 202,000 in 1996 to almost zero in 2001 (see Figure 1 ).
Impact of the abolition on driving licences
We first examine the fraction of men who used to obtain their driving licence while doing their national service. Unfortunately, no data are available from the French Ministry of Defense. However, the French Road Safety Agency has data on the number of B-type driving licences (the car driving licence, i.e. for vehicles lighter than 3.5 tons) delivered by driving schools between 1990
Impact of the Abolition of National Service on Driving Schools 789 and 2006 (see Figure 2 ). Before 1997, more women than men used to get their driving licence from a driving school, but starting in 1997, the opposite occurred: more men than women got their licence through a driving school. Clearly, a fraction of men who in previous cohorts received their licence from the army had to turn to driving schools after the reform. Because the licence is expensive, the number of applicants is pro-cyclical. Since the fraction receiving the licence is essentially stable among those taking the exam, the decrease observed after year 2000 matches the cycle. Recent numbers show that the fraction is back to its level of the beginning of the 1990s, even though prices have been steadily increasing over the period. 
Holding a Driving Licence: Results for France
The first data source, the Car Fleet data set, was conducted every year between 1995 and 2002. Hence, we focus on the (representative) sample of those aged 18-23, either affected by the 1997 reform or not. More precisely, we label 'post-reform' those men born from 1978 on. Indeed, because the age at conscription was most often 19 or 20, Figure 1 shows that conscription started to fall with the 1977 generation (20 in 1997), but that the fall was stronger for the 1978 one (19 in 1997 or 20 in 1998) . Therefore, we examine how the fraction of men aged 18-23 who hold a licence is affected by their generation of birth (born in 1978 or after versus before 1978) . This change in fractions for men will be compared with that for women, who have not been directly affected by the abolition of national service. The basic equation is: where the coefficient of interest is on the triple interaction (same differencein-difference estimator as above, but for the two income categories that we analyse). This linear probability model is estimated by OLS. To give directly the coefficients of interest, we rewrite the equation as 8 1990 1991 1992 1993 1994 1995 1996 1997 1998 1999 2000 2001 2002 2003 2004 2005 2006 Year
Men Women
Source: Road Safety Agency.
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Licence born born male born Table 2 presents equivalent results contrasting urban areas and rural areas rather than low-income versus mid-high income individuals. Finally, Table 3 presents results equivalent to those of Table 1 , restricting attention to individuals living in urban areas. Results show that those affected by the reform are young men living in a low-income family, as well as young men living in urban areas.
4 Indeed, as expected, the effect of the abolition is negative. Interestingly, income plays a role, a rather unsurprising outcome given the price of getting trained. More surprisingly maybe, the effect seems stronger in urban areas; a reflection, we believe, of the necessity in France to have a car in all rural areas. France is a very dispersed country, in comparison for instance with the UK. Without a car, in most rural or semi-urban locations, life is virtually impossible. Hence, irrespective of the price, getting trained to obtain a driving licence is a necessity. By contrast, in urban zones, public transport is more widely available and provides a simple substitute for driving a car.
Holding a Driving Licence: Results in Ile de France
Because our first source of data has no information on employment, we use our second source -the global transport survey -that analyses transport for Paris and its surrounding region (the Greater Paris Region called Ile-de-France). The Greater Paris Region is a wide area with a diverse set of towns and diverse social environments. First, dividing Paris and the suburbs is not fully adequate, since the suburbs themselves are extremely diverse. Distance to the centre is not even a good summary statistic. In particular, cities relatively close to Paris sometimes have a very bad connection to the centre. Conversely, some cities far away from Paris are well connected (both highways and public transport, in particular by train and by the Regional Express Network, RER). By contrast, some cities in the Grande Couronne (the part of the region further from Paris) can be quite rural. However, we will still compare Paris with the suburbs. The data comprise now three survey where survey captures the survey year and age captures the age at survey. Again, the coefficients of interest come from the triple interactions. The model is estimated by OLS. Table 4 shows the resulting estimates for two different age groups: 23-24 and 27-30. 5 We also analyse outcomes for different income categories and places of residence. We only report a fraction of these results. All regressors are shown in the table. In particular, indicators are included for men aged 23-24 in 1983, 1991, 2001 as well as for men aged 25 and above. The F-test in the last line tests for the equality of the two differences of interest A = B; A being the coefficients on men aged 25 and above (the exact age categories depend on the column) in 2001 minus that for men aged 23-24 in the same year; B being the same difference for the year 1991.
6 Essentially, we expect to see a much smaller effect for men aged 23-24 in year 2001 because those men were not at risk of being drafted in contrast with all other categories. Indeed, for all categories of men aged 23 and 24, the probability of having a driving licence is smaller in 2001, after the abolition of national service than before, in 1991, in comparison with older, but still young, men.
Interestingly, this result also holds for those coming from families with mid-to-high incomes, and is slightly weaker for those coming from lowincome families. Finally, it is present for those living in the Ile-de-France region but not in Paris. However, there is only a mild effect for those who live in the city of Paris.
Using the abolition as a supply shock: driving licence and employment
In the following, we analyse the causal effect of having a driving licence on employment. First, as clearly appears from the above analysis, men from the earliest generations were the only ones affected by the abolition of national service. Given the dates of surveys (1983, 1991, 2001 ), men aged 23-24 in 2001 were affected, whereas men aged 25 and above were not. Hence, we focus on this discontinuity and contrast the impact of age, sex and year of the survey on employment and holding a driving licence using the same specification as above but excluding the potential instrument (age Ն 25) * male * (survey = 2001): 
Note:
The F-test is for the equality of (Men in 2001 with age above or equal to 25 minus Men in 2001 with age 23 and 24) with the same difference in 1991.
Source:
Enquête Transport Ile de France (1983, 1991, 2001 ). Table 5 shows the OLS effect of having a driving licence on employment on the entire population with age between 23 and 30. The coefficient on this variable is strongly positive and significant. This is true irrespective of the way the age groups are constructed. It is true in Paris or outside, for the low-income as well for persons with a larger income. Of course, this is not our last word, because, as already mentioned several times, holding a driving licence is endogenous in this regression: indeed, employment may well help in holding a driving licence because employment may well buy the lessons needed to obtain the licence (reverse causality). This explains why we present in Table 6 our IV results, using an indicator for men aged 25 and above in 2001 as our instrument. We also present in Appendix Table A1 the reduced form regression of employment on our exogenous variables, including the instrument.
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The estimates from Table 6 show a significant (and potentially causal) effect of holding a driving licence on being employed. The effect is strong, stronger than in the OLS results, as usual. The magnitude of the effects may be considered as slightly too large, for reasons that we will try to identify in the next paragraph. It is also much more imprecise than the OLS estimate, again a usual feature of IV estimates. However, it is very stable across groups.
To assess if we identified a fully causal effect, we examine the reduced-form equation. The results of Appendix Table A1 show the effect of the instrument on employment. The F-test statistics computed at the bottom of the table is similar to that computed in Table 4 . In fact, the estimates presented here do not fully support the conclusion that the instrument is correlated with the outcome (the instrument is in fact captured by the difference between the two differences of the effect for males above 25 with that of males aged 23 and 24, for the year 2001 and for the year 1991, respectively).
7 Or, put another way, Source: Enquête Transport Ile de France (1983 France ( , 1991 France ( , 2001 ). Source: Enquête Transport Ile de France (1983 France ( , 1991 France ( , 2001 .
the employment probability for those directly affected by the abolitionyoung men aged 23-24 at the 2001 survey -does not look worse than that for the previous generations, in comparison with their older peers. In fact, employment outcomes in 2001 are worse for both young men and women. But the difference with those men aged 25 and above looks similar to what happened in the previous cohorts. As a result, even though our IV estimates are positive, they may still be contaminated by endogeneity. The instrument that we have used does not fully reflect employment opportunities, as seen from the driving licence viewpoint. Indeed, a good instrument is such that all the effects of national service should go through the endogenous variable, that is holding a driving licence. Unfortunately, there are some elements of doubt. For instance, professional courses were offered for the low educated during the military service. The drafted also learnt how to live with constraints. In contrast, Maurin and Xenogiani (2007) have shown that university students were tempted to do additional years of education to postpone, and eventually avoid, national service. They also showed that this was mostly true for a fraction of the students, those with relatively bad prospects within the university system, who left before completing college. Hence, national service was potentially bad for a fraction of those young who lost a year or more within the university system. It was also potentially harmful for those who went since they essentially lost a year of real work experience.
To conclude this section, national service had a negative impact on the probability of having a driving licence for young men. Even though employment is associated with having a licence, the instrument generated by this quasi-experiment does not have all the desirable properties of an unquestionable instrument. Therefore, we cannot definitely conclude that a driving licence increases employment probabilities.
Using abolition as a demand shock: employment in driving schools
Another noteworthy effect of the abolition of national service in France is its effect on the driving schools industry. As explained earlier, this industry is heavily regulated both in terms of entry of new schools as well as in terms of supply of new instructors. Indeed, because the fraction of women and men among the young is likely to differ widely at a local level, we can use the 1997 abolition of conscription as a natural experiment, specifically as a shock on demand for driving licences, randomly distributed all over the country. All of a sudden, thousands of young men who previously could acquire their driving licence independently of driving schools now turned to them, and the increase in demand depended on local (random) demography.
Our data encompass almost all driving schools in France (see Section 2 above). However, because we have access to data on firms and not to data on establishments, small independent firms and groups with multiple establishments cannot be distinguished in the SUSE file; both are equally considered as firms. This can affect our results. Indeed, multi-establishment firms are considered in our data as 'normal' firms, but have a very large turnover, employment, wages, etc., and are located in the city where their head office is situated. Obviously, the evolution of such groups has simply no meaning at a local level, in particular when compared with 'small' driving schools located in a single city. In order to eliminate these groups from our analysis, we concentrate on firms with a turnover below 500,000 French francs (around 75,000 euros). Results are robust when considering firms below 1 million French francs (around 150,000 euros). Also, in order to remain at a local level, we do not include driving schools located in the three largest French cities, namely Paris, Lyon and Marseille.
The , where y denotes city-level variables -number of driving schools, total and average sales of these schools, total and average operating profit, total and average value added, total and average employment, and total and average wages, where trend denotes a linear trend, young denotes the fraction of young in the city, ymale denotes the fraction of young men within the young (20-34 years), l a city fixed-effect, and e denotes a statistical residual. The results are presented in Tables 7-9 (Table 9 being a robustness test without the young variables). Because new driving schools may open in response to the demand shock implied by the abolition of national service, we analyse two sets of outcomes. In Table 7 , we first examine the extensive response to the shock, that is the number of driving schools. We also examine how each driving school fared before and after the shock. Hence, we compute average outcomes in the city. Then, because the city is the right market to study, we focus on total outcomes in this market. Most importantly, and as expected, results in Table 7 show that in cities with a larger fraction of men among the young in the years following 1997, new driving schools were created in larger numbers. Because of this entry of new schools in cities with many young males, as argued above, it is essential to contrast average outcomes -to capture how each school fares -with total outcomes in the city -to capture how the total size of rents evolved. These driving schools, old and new, had decreasing average employment while average wages paid in these driving schools strongly increased in cities with many young males (Table 7) . At the same time, total employment across schools operating in the city did not increase in cities with more young men (Table 8 ). In addition, more surprisingly, driving schools did not fare better (no significant increase in average or total operating profits, added value or even sales) again in cities with more young men.
Because supply was limited, the total number of instructors should have stayed fixed in a city. However, some obviously decided to quit their former 
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Note:
The first five regressions use 10,505 observations; the last has 9.056. Sources: SUSE, 1992 -2002 . Census 1990 and 1999 employers to create new driving schools (with no employee besides themselves and therefore no wage information). As a consequence, to fight against quits, employers increased wages in order to retain employees (Table 7) . At the same time, total wages paid in the city did not increase, a reflection of stable total city employment. Hence, operating profit did not increase for those schools that kept their instructors while new schools had to pay for the fixed costs of opening a driving school (equipment, in particular). Indeed, profits did not increase for the average school, as well as summed over all schools in the city. This phenomenon is obviously a direct consequence of the driving schools industry regulations: as it is long and costly to become an instructor, supply cannot respond to demand shocks as it should have, had the industry been more competitive. Furthermore, total sales should have grown in cities where the fraction of young men is large around 1997, which is not what we observe. A first explanation could be that some young people turned to the multiestablishment driving schools (that we did not keep in our analysis file). Another explanation could be that the emergence of new driving schools induced a decrease in prices. For instance, new driving schools offered lower prices in order to attract customers. Indeed, driving schools are a typical case of occupational licensing, where reputation drives the market: old driving schools that could prove the quality of their learning can demand higher prices, whereas new ones must first earn their reputation and set lower prices. Driving school prices can vary widely, usually from 500 to 1,000 euros in urban areas, sometimes more in more rural areas. Unfortunately, we have no hint on the evolution of prices in our data, at the level of the city, to corroborate such hypotheses. In fact, a look at price indices as well as quantity indices shows exactly the contrary. Prices increased steadily over the period with no clear slowing down in the years surrounding the abolition. Then, prices increased quite rapidly after 2000. Furthermore, volume indices show a clear maximum in 1999 and a steady decrease onwards (until 2007) . Evidently, despite the demand shock, despite the opening of new schools, prices increased and the number of persons getting their licences decreased, as is clearly shown in Figure 2 .
To check for the interpretation that new driving schools captured the male manna, we present the following evidence. First, Figure 3 shows the number of driving schools for every year of data. And the numbers are striking and self-explanatory. The peak in opening is exactly in 1997. Before and after that date, the number of new schools is always (much) lower. To further understand the specificities of the 1997 wave of new driving schools, Table 10 contrasts the distribution of profits and employment of the 'abolition of national service' wage with the one just preceding, the 1996 wave. Clearly, among the new schools of 1997, there are many more 0 employee schools confirming our above hypothesis. Furthermore, the profit distribution of the 1997 wave is shifted to the right; these firms are more profitable in the year of their creation, 1997, than the 1996 wave (also in the year of their creation). The abolition of national service was manna for this wave.
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Conclusions
Compulsory conscription in France was abolished in November 1997. Before the reform, military service was a way for a fraction of French men to obtain a driving licence for free. After the reform, this opportunity disappeared. We find that the reform was followed by a significant decline in the relative proportion of men possessing a driving licence. These findings suggest that a substantial fraction of men would have had a driving licence had they been born just a few years earlier. This policy change provides us with two types of shocks, a negative supply shock on potential workers possessing a driving licence and a positive demand shock for the driving schools.
Using the abolition as a source of (negative) supply shocks, we show that they are, at first blush, a reasonable instrument to analyse the causal impact of having a driving licence on employment. We end up with estimates suggesting that possessing a car driving licence is an important asset in job search for people living in urban areas. Even though relatively cheap means of transportation, such as public transport, are available, having a licence is useful within many jobs. However, the estimated effects are large, and inspection of the reduced form of the equation (employment on the exogenous variables) casts doubt on the validity of the instrument.
Using the abolition as a source of positive demand shocks, we examine the driving schools industry, as thousands of young men who used to pass the driving test in the army should have turned to driving schools after 1997. This industry is characterized by entry restrictions due to the limited supply of instructors, organized by the system itself (the industry and the regulator) and the limits on the potential for entry of new schools. Matching administrative data on firms with the population census at different dates, we show that the number of driving schools increased in those cities with lots of young men. The number of new driving schools increased in 1997 more than in any preceding or following year. Wages also increased for those who did not (or could not) create their own school. This was a way used by incumbents to prevent establishment of competing driving schools. However, total sales, total profits or value-added did not increase. National prices increased, and value indices decreased after 1999. All potential drivers did not show up at the doors of the driving schools. In many respects, when the abolition of national service was a real 'manna' for driving schools and driving instructors, the industry did not make the best use of it.
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Notes
1. Our estimation strategy will take care of this potential negative trend common to men and women by taking differences-in-differences.
2. By taking the difference between men and women, we get rid of the year effects, and therefore of the downward trend observable in Figure 2 in the fraction of persons getting a licence, a trend similar for men and women. 3. Note that our estimated equation is an equivalent but slightly rearranged version of the base equation that delivers the coefficients of interest directly, since the male indicator is fully interacted with the 'strictly after 1977' indicator and 1 minus this indicator (similarly for the low-income indicator). 4. Unfortunately, the data are not accessible any more at this point, and there is no way to re-estimate the model in other forms. In particular, these estimates do not show the associated F-statistics that would be necessary to assess the significance of the differenced effects. Hence, we use the results as indication that something is happening for the low-income men living in urban areas. However, such tests will be performed in our analysis of the Ile de France region. 5. Other groupings give identical results. They are available from the authors. 6. We also computed the test comparing 2001 with 1983. Results are very similar and therefore omitted. They are available from the authors. 7. Taking 1983 rather than 1991 does not change any of the conclusions.
